


AIR FORCE RE

Official USAF Photo

IN THIS ISSUE:

UNITED STATES AIR FORCE

L 55, NOs 1&2

Front cover photo: Official
USAF Photo by SSgt Andrew
N. Dunaway Il

Electronic enhancement by
MSgt Perry E. Heimer

GENERAL MICHAEL E. RYAN
Chief of Staff, USAF

MAJ GEN FRANCIS C. GIDEON, JR.
Chief of Safety, USAF

LT COL J. PAUL LANE

Chief, Safety Education and Media Division
Editor-in-Chief

DSN 246-0922

BOB VAN ELSBERG
Acting Managing Editor
DSN 246-0983

CMSGT MIKE BAKER
Maintenance/Technical Editor
DSN 246-0972

DOROTHY SCHUL
Editorial Assistant
DSN 246-1983

DAVE RIDER
Electronic Design Director
DSN 246-0932

FELICIA MORELAND
Assisting Design Director
DSN 246-5655

MSGT PERRY J. HEIMER
Photojournalist
DSN 246-0986

Web page address for the Air Force Safety Center:
http://www-afsc.saia.af.mil
Then click on Safety Magazines.

Commercial Prefix (505) 846-XXXX
E-Mail — bakerm@kafb.saia.af.mil

24 hour fax: DSN 246-0931
Commercial: 505-846-0931

DEPARTMENT OF THE AIR FORCE —
THE CHIEF OF SAFETY, USAF

PURPOSE — Flying Safety is published monthly to pro-
mote aircraft mishap prevention. Facts, testimony, and
conclusions of aircraft mishaps printed herein may not
be construed as incriminating under Article 31 of the
Uniform Code of Military Justice. The contents of this
magazine are not directive and should not be con-
strued as instructions, technical orders, or directives
unless so stated. SUBSCRIPTIONS — For sale by the
Superintendent of Documents, PO Box 371954,
Pittsburgh PA 15250-7954; $25 CONUS, $31.25 foreign
per year. REPRINTS — Air Force organizations may
reprint articles from Flying Safety without further
authorization. Non-Air Force organizations must advise
the Editor of the intended use of the material prior to
reprinting. Such action will ensure complete accuracy
of material amended in light of most recent develop-
ments.

DISTRIBUTION One copy for each three aircrew
members and one copy for each six direct aircrew sup-
port and maintenance personnel.

POSTAL INFORMATION — Flying Safety (ISSN 00279-
9308) is published monthly by HQ AFSC/SEMM, 9700
“G" Avenue, S.E., Kirtland AFB NM 87117-5670.
Periodicals postage paid at Albuquerque NM and addi-
tional mailing offices. POSTMASTER: Send address
changes to Flying Safety, 9700 “G" Avenue, S.E.,
Kirtland AFB NM 87117-5670.

CONTRIBUTIONS — Contributions are welcome as are
comments and criticism. The Editor reserves the right
to make any editorial changes in manuscripts which he
believes will improve the material without altering the
intended meaning.




A MESSAGE FROM
THE CHIEF OF SAFETY

ike most of you, I was
Ltaught that one of the fun-

damental characteristics of
effective communication is get-
ting to the point up front. Here it
is—FY98 was our Air Force’s safest
year ever. A salute and tip of the
hat to every single one of you for
performing so brilliantly, despite
an unrelenting Ops Tempo.

Our more astute readers prob-
ably recognize that what typical-
ly comes after any “Well Done”
is an exhortation to do even bet-
ter. And here it is. Stay focused in
all activities—whether on-duty or
off-duty. The life you save may be
your own. Even though FY98 was
our safest year ever, here are
some sobering numbers for you
to consider: 21 people died in
flight and other on-duty
mishaps; 49 people died in off-
duty mishaps; 20 aircraft were
destroyed; and total property loss-
es ran into the hundreds of mil-
lions of dollars.

And as we enter January and
the New Year, a note of caution. In the nineties, our
mishap rate for January is double the December average.
If you saw the December issue of Flying Safety and read
the article “What’s Wrong With January?” then you
understand what I'm talking about. If you haven’t read
it, please do so. It will give you valuable insight into
what we’ve learned about this phenomenon. The article
appears on page 5 of the December 1998 issue, and it’s
also available for viewing on the Air Force Safety
Center website at http://www-afsc.saia.af.mil/maga-
zine/htdocs/index.html.

Our Chief of Staff, General Ryan, ascribed the record
of the past year to sound use of three things—leader-
ship, accountability, and ORM—and I heartily agree.
Here are some excerpts from his 19 October 1998 mes-
sage to the field:

“The people I meet and the aircraft and facilities I see
on Visits to our bases are clear testimony that our lead-
ership is focused on both flying and working safely. We
must continue to choose the right leaders who ensure
that every person sets and maintains high standards,
both in the air and on the ground.

MAJ GEN FRANCIS C. GIDEON, JR.
Chief of Safety, USAF

“Additionally, our ‘operations-
related” mishaps were down in
FY98 because of your efforts.
Commanders, supervisors, and
aviators are accepting responsi-
bility for effective, safe opera-
tions. I believe the vast potential
of our Air Force’s great future
relies on every person accepting
accountability for effective and
safe operations.

“Finally, we are beginning to
reap the rewards of incorporat-
ing risk management into our
daily tasks. Daily risk manage-
ment increases every Air Force
member’s situational awareness
and provides valuable clues that
enhance our ability to decide
when to ‘knock it off.” It is not
always an easy decision, but one
that becomes clearer when
grounded in sound risk assess-
ment principles.

“For leaders, successful risk
management begins with know-
ing your people, your equip-
ment, and the pressures, includ-
ing Ops and Pers Tempos that contribute to potentially
dangerous situations. For individuals, it is knowing
yourself, your challenges, your limitations, and the
risks involved in our daily activities. Every Air Force
team member has my total commitment and support
should they make the decision to "knock it off.”

It’s human nature to believe that mishaps only hap-
pen to “the other guy.” But remember that every person
who died, was injured, or was operating an aircraft or
wheeled vehicle that was destroyed in FY98 believed
the same thing.

As you prepare for work each day, remember that
risk is inherent in everything you do, and one of your
duties is to minimize risk to yourself and your cowork-
ers. If you see someone commit an unsafe act—or about
to commit an unsafe act—then stop him. Likewise, as
you prepare to engage in recreational activities in your
off-duty time—whether it’s a family outing or a cross-
country run—think before you act. Do it for yourself.
Do it for your loved ones. Do it for your country.

Best wishes for a prosperous and safe New Year!
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MAJ PAT KOSTRZEWA
HQ AFSC/SEFF

Bombers and tankers began sitting nuclear alert.

The Flying Safety magazine had pinup girls, car-
toons named “Rex Riley—Aircraft Accident Investiga-
tor,” and they used black-and-white illustrations instead
of photos.

There were a total of 98 major (equivalent to today’s
Class A mishap) bomber mishaps with 182 lives lost. To-
tal bomber flying hours that year were 1,275,630. This
translates into a mishap rate of 7.68 major mishaps per
100,000 flying hours. Bombers in those days included the
B-45, B-47, B-52, B-57, B-58, B-66, QB-17, B-25, B-26, B-29,
B-36, and the B-50. The slogan for flight safety that year
was “Eight’s the rate for ‘58.” The overall goal was a ma-
jor mishap rate of 8 per 100,000 hours. Although we
failed to meet the goal that year, the overall USAF
mishap rate of 10.4 was, at the time, the lowest the USAF
had ever recorded.

Fast forward 40 years. The Cold War is a topic in his-
tory books. The only crewmembers around who even re-
member sitting alert are reaching field grade status. No
more pinup girls, no more Rex Riley, and color photos
are printed by 3-year-olds on home computers. We suf-
fered a single bomber Class A, and there were no lives
lost. Bombers (B-1, B-2, and B-52) flew just under 55,000
hours in FY98—just over 4 percent of the bomber hours
in 1958. This translates to a bomber Class A mishap rate
of 1.82. A successful year? Yes, but read on anyway.

The year was 1958. The Cold War was in full swing.

B-52 Recap

The trusty BUFF had another snoozer year, which is a
good thing, in terms of mishaps. Eleven Class Cs and
one Class B resulted from all that were reported. Of these
12 mishaps, 10 were physiological mishaps or bird
strikes. The Class B was a bird strike and is currently un-
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der investigation. The remaining two were a fuel leak
and a lightning strike. This is almost a carbon copy of
1997. Press on! Whatever you're doing is working.

B-1 Recap

Class As

For the second consecutive year, the B-1 recorded a
Class A mishap. This was after three consecutive prior
years without a Class A. In this year’s Class A, the un-
lucky IP ran the Emergency Engine Shutdown checklist
after a No. 3 ADS (Auxiliary Drive System) light. When
he pressed the No. 3 fire pushbutton switch on the
FWEP (Fire Warning Extinguisher Panel), a short oc-
curred across the FWEP circuit board. The resulting cir-
cuit board damage sent an electrical signal from the
FWEDP that closed the fuel shutoff valves on engines 1, 2,
and 4. In addition to this, the circuit board damage also
caused the fire warning lights on 1, 2, and 4 to illuminate
and, just for good measure, produced smoke in the cock-
pit. The obvious result of all this was an incapacitated
plane. The crew made a timely decision to eject, and,
thankfully, they suffered only minor injuries. Work is al-
ready in progress to prevent this malfunction from oc-
curring again.

Class Bs

Engine Damage. After exiting low level, the No. 3 en-
gine high vibration light illuminated, and the engine
was shut down. The mishap crew declared an emer-
gency and landed uneventfully. During post-flight in-
spection, holes were found in the left side of the No. 3
engine case and cowling adjacent to the high-pressure
turbine. According to the Part I Hardware Condition As-
sessment, the entire stage one low-pressure turbine noz-
zle exited through the combustion case. Further, the
stage one low-pressure turbine nozzle support failed by
stress rupture and had the appearance of excessive heat
exposure. Refer to the Safety Investigation Board’s final



Message (DTG 021600ZMar98) for further details.

Brake Fire. Shortly after level-off, the MA experienced
an electrical bus 1 failure. On landing roll, three inboard
tires failed, and a brake hydraulic line on the right main
landing gear strut was damaged. The damaged brake
line caused hydraulic fluid to spray on the landing gear
area. A fire ensued and
was extinguished by the
fire department. The
mishap crew egressed un-
eventfully. Refer to the
Safety Investigation
Board’s Final Message
(DTG 201354ZJan98) for
further details.

Class Cs

The remaining mishaps
(9 Class Cs) were signifi-
cantly down in number
compared to last year (28
Class Cs). There were
three shattered wind-
screens, two bird strikes,
one wing sweep malfunc-
tion, one high-speed
abort/brake fire, one en-
gine damage/ice inges-
tion, and one electrical
malfunction. There were
also two HAPs (High Acci-
dent Potential) reported.
Both HAPs were related to
flight controls.

Summary

Of the 2 Class Bs, 9 Class
Cs, and 2 HAPs, there
were 6 that could have eas-
ily turned into Class A
mishaps. If you fly a B-1,
you need to read and un-
derstand the Safety Inves-
tigation Board’s Final
Message  from  these
mishaps. The date time
groups of the Class B messages are listed above. The oth-
ers are 081049Z]Jan98, 1019287 Jan98, and 261453Feb98.
If you cannot get a copy of these messages locally, con-
tact me, and I will make sure your Wing Safety office
gets a copy ASAP.

Conclusion

The B-1, like most modern aircraft, is a complicated
piece of machinery, and it doesn’t care what rank or ex-
perience level is on board. It will challenge both equally,
and there is no technology on board to substitute for
good judgment, crew coordination, and system knowl-
edge.

“Eight’s the rate for ‘58.”
The overall goal was a
major mishap rate of 8
per 100,000 hours. Al-
though we failed to meet
the goal that year, the
overall USAF mishap rate
of 10.4 was, at the time,
the lowest the USAF had
ever recorded.

Words of Wisdom

A successful year? Absolutely! Better than 1958? You
betcha! Then why the heck did I compare it to 1958? Be-
cause as far apart as the 2 years are, some of the prob-
lems they had in 1958 are problems that continue to
plague us today. The weakest link in the chain is the in-
dividual—individuals in
the aircraft, individuals
working on the aircraft,
and individuals in a su-
pervisory position. Read
the following quote from
Maj Gen Caldara in the
January 1958 issue of Fly-
ing Safety, and see if you
think it still applies today.

“Those of you who are in
command or operational po-
sitions will recognize the fact
that there is no control over
the individual who deliber-
ately goes out and tries to
clobber himself. He may do
this because of ignorance,
bullheadedness, overconfi-
dence, or as is too often the
case, lack of command super-
vision and interest—and this
is where you come in.

“There is no irreducible
minimum number of acci-
dents.

“Flying safety must be in-
herent in every operation—
from its inception to its com-
pletion—if it is to be a sound
and efficient operation. As
far as I'm concerned, Flying
Safety Officers (FSO), uti-
lized properly, are just the
string around the finger to
remind everyone how neces-
sary it is to conserve our
combat capability. The FSO
is not someone in some re-
mote office at a base, wing, or
numbered Air Force headquarters. The individual operator,
whether it be you or someone who works for you, has to be his
own FSO. You have to ensure—as a commander—that you
support this. If you do not, all the FSOs in the world, all the
programs, and all the money we spend won't prevent a single
mishap.

“Our mission is to conserve the combat capabilities of the
Air Force. The only way we can do it is to have every pilot,
every member of the Air Force do everything that is supposed
to be done—as it is supposed to be done and when it is sup-
posed to be done. If we do this, flying is inherently safe. If we
don’t do it, it is not. It's just that simple.”

Best wishes for a safe and happy New Year. »-

Official USAF Photo
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LT COL DAN STANTON
HQ AFSC/SEFO

CAPT TONY MONETTI
509 BW/SEF

Whiteman AFB, Missouri

ood news—again! For the ninth straight year
Gthere have been no Class A or Class B mishaps,

and despite logging the highest number of flying
hours ever, there were only four Class C mishaps, same
as last year. Approximately 37 percent more hours were
flown in FY98 than FY97.

Like last year, there were two ice FOD mishaps and
one bird strike mishap. The bird strike caused wing lead-
ing edge damage, and the ice ingestion affected three en-
gines. The fourth Class C involved hard FOD (engine
damage). There were no lightning strike Class C
mishaps this year—a continued improvement from pre-
vious years.

Equally as impressive as the safety record was the list
of “first-evers” for the 509th Bomb Wing at Whiteman
AFB, Missouri. The Wing earned an overall “Excellent”
rating from HQ/ ACC on its first NORI with the Weapon
Safety shop receiving an “ACC Superior Performance
Award.” Well done!
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Eight B-2 aircraft and crews participated in the very
first “Beast Walk,” an exercise nuclear alert in which the
bombers responded using quick engine start and taxi
procedures. The stealth bomber’s Global Power
warfighting capabilities were further enhanced by the
development of quick turn, hot pit refueling procedures.

Especially exciting was the successful drop of four
new deep-penetrating Joint Direct Attack Munitions
(JDAM-109) against buried targets at the White Sands
range in New Mexico. Every bomb was on target—all
shacks!

Last, but not least, three Whiteman B-2 crews and air-
craft forward deployed twice to Andersen AFB, Guam,
with over 250 support personnel to conduct live conven-
tional weapons training. The bombers dropped the first
operational maximum load of Mk-82 500-pound bombs.
The 40,000 pounds of live conventional weapons were
targeted against a tiny island, 600 feet wide by 2,400 feet
long, in the Farralon Range. Once again, all bombs on
target!

Without trying to sound cliché, it was another great
year for the B-2. Great strides were taken to expand nu-
clear and conventional warfighting capabilities, and it
was all done safely. Keep up the good work! »-



C-141 STARLIFTER &
C-5 GALAXY s

MAJ BILL WALKOWIAK
HQ AFSC/SEFF

The C-141 fleet is much smaller than in previous
years. First delivered in 1963, the Starlifter is now in
the waning years of its life cycle. I am a tanker driv-
er, but I managed to get five landings in a C-141A at
Wright-Patterson about 7 years ago. I was really im-
pressed. I remember lots of power, and the descent ca-
pability was eye-watering.

This year the C-141s flew 105,000 hours. The fleet has-
n’t flown fewer hours per year since 1965. Of course,
there are fewer airframes, so it doesn’t translate to less
flying for the flightcrews. Individual crew dogs are de-
ployed as much as ever.

The crew experience level has never been lower. In
1985, when I started flying heavies in the Air Force, flight
commanders were majors, and chiefs of Stan/Eval were
lieutenant colonels. Recently, I've seen Stan/Eval pilots
who weren’t even instructors. Of course, they can’t give
check rides, but they can process the paperwork, and the
staff guy can give the checks. So believe me, there is a
lack of experience these days.

A few more facts and concerns: In 1998 there are 145
fewer flying C-141s than in 1992. In the past 15 years,
AMC (or MAC) has shrunk from 39 enroute locations
overseas and almost 18,000 crewmembers to 13 bases
and 4,100 crewmembers. C-17s are not replacing C-141s
very fast and will never replace them all. With so few air-
lifters, a mishap on any one hurts the fleet greatly. At this
writing, the “Free Willy” C-17 Class A is just being in-
vestigated, the second landing Class A already for the C-

Official USAF Photo

17 airframe. Maintenance and maintainability issues
crop up more at the beginning and end of an airplane’s
life cycle. Also, as a plane receives upgrades (C-model?),
some things are new while others remain old. This can
lead to a weird set of problems. I've seen this with C-135
wiring harnesses. Brand-new avionics are hooked up to
43-year-old wires.

As far as C-5s go, the flying hours remain about the
same. Last year the fleet flew 66,500. The two previous
years were 62,400 and 67,500 respectively. The old C-5
Galaxy is getting a little long in the tooth as well. The
great news is that last year there were no C-5 Class A or
B mishaps. Since being fully fielded, that has happened
only in 1973 and 1988. Good job, all you Galaxy crews!
Let’s keep it up! Know your systems well, and be pre-
pared for the hard ones, hydraulic failures, multiple en-
gine losses, etc.

The emphasis is to support “global reach, global pow-
er.” We show a national presence worldwide—do the
mission and do more with less. As a result, ops tempo is
a concern. I think this is also AMC’s “Year of the Family”
(YOFAM). My point is that it’s harder than ever for com-
manders, schedulers, and crews to serve all their mas-
ters.

There should clearly be an emphasis on stopping a
mission due to safety concerns during peacetime. The
natural tendency to support the customer and make the
schedule work is really all for naught if we lose the plane
or crew. Preserving these aircraft and crews directly sup-
ports the Air Force mission. Let’s face it, folks, we don’t
replace them when we lose them. Our capability is di-
minished. In a peacetime environment, despite real-

continued on next page
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world contingencies, the country and our flightcrews de-
serve a strong emphasis on preserving resources as well
as realistic and timely training.

I'll highlight two mishaps that occurred this past year.
The first example is a C-5 Class C mishap. This one
caused quite a bit of interoffice e-mail at the HQ USAF
Safety Center.

C-5Class C

A C-5 had an in-transit nose landing gear indication
and landed at its intended Army airfield destination
without incident. MCI 11-205 requires the next flight be
to the nearest base with suitable repair capability. The
nearest base was about 130 miles away, and the aircraft
commander requested the closest suitable airfield but
was overridden. Due to various reasons, a waiver was
given to get the plane to fly all the way, over 2,000 miles,
to its next mission support base. In the end, through mis-
communication and an improper set of priorities along
the chain of command, everyone thought it was okay to
have the crew fly thousands of miles with the gear
down. Nobody could think of a good reason for the
flight restriction, so it was waived.

Once in the air, a pin that was known to be a problem
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worked loose from the kneel select arm, and vibration
liberated a 4- by 8-foot section of the lower part of the
aircraft. That big hunk of metal damaged more of the un-
derside of the C-5 on its way out.

That was the extent of the damage in this case, but
what if it had hit a school bus or someone on the
ground? The point being, Class Cs are usually just Class
As with less bad luck. Is the mission flow that impor-
tant? I don’t think so.

Here is the bottom line: Whenever you use an air-
plane in a nonstandard configuration or for a mission
not normally flown, you should have loud warning
horns going off in your head. Events such as nonstan-
dard formation, flights with gear down, flights with an
engine inoperative, low levels, air shows, flight into
places you’ve never been, or any “firsts” should make
you stop and think about the risks. Ask for help from
more experienced people, take your time, do it right, or
don’t do it. Apply Operational Risk Management,
whether your unit has a formal program or not.

C-141 Class A

The C-141 world had one Class A mishap this year.
Luckily, it resulted in no injuries, and the crew did an
outstanding job. The sortie was a deployment to an air-
show in Montreal. On the way, the crew did instrument
approach work at Bangor IAP, Maine.

Prior to initial takeoff, the aircraft ingested a small
metallic foreign object into the No. 2 engine, cracking a
first-stage fan blade. A fatigue crack started and grew
during each big throttle push up (takeoff, go-around,
etc.). Finally, during a practice missed approach at Ban-
gor, the blade separated and did extensive damage to the
No. 2 engine. It shelled out. Lots of parts were found
6,600 feet short of the runway. Flying parts from the No.
2 engine then did damage to the No. 1 engine, the un-
derside of the wing, and fuselage. The crew performed a
three-engine visual full stop. They deplaned a scanner.
Extensive engine damage on both left-side engines was
discovered. The crew shut down the remaining engines
and safely egressed the aircraft.

I imagine that the No. 1 engine would not have lasted
very long if the flight had been continued. I've personal-
ly known a crew, with a squadron commander aboard,
who flew from a transition base, over mountains, to get
to the home field for repairs. Imagine the outcome if that
occurred in this case. A review of the cockpit voice
recordings reveals that this crew briefly discussed flying
on to a base with maintenance capability.

Bottom line: Take FOD walks seriously! Get out there
yourself and help the maintenance troops on occasion.
Keep thrust as low as possible when you taxi. If you
have any doubts about FOD, deplane a scanner on the
hammerhead, especially in third world “FOD havens.” If
you suspect engine damage in flight, remember your
Dash One procedures and definitely reduce thrust as
much as practical, and don’t touch the throttle unless ab-
solutely necessary. Finally, believe it’s possible to lose
more than one engine. Practice it in the simulator. Know



what systems you lose and what systems work more
slowly.

Both the C-141 and C-5 had a handful of near misses
and bird strikes this year. The tendency is to hit more
birds in all seasons but summer. In summer, damaging
bird strikes are fewest. There is a rise in mishaps in Jan-
uary too. I would guess that some of it is catching up
from the holiday season and lack of proficiency during
that time of year. Also, maintenance is much more diffi-
cult in the winter months.

Career Versus the Human Perspective

On a recent mishap investigation board, I met a cap-
tain who is a presidential advance team member, a wing
staffer, and volunteers for many additional duties. He
had flown only a handful of times this year. What is go-
ing on here? I couldn’t stop thinking about this guy and
how much I was like him 10 years go.

So, here is my view on your life in the Air Force as a
crewmember, how it fits in the safety arena, and the val-
ue of having a “life” beyond your Air Force career. Let’s
try to remember that if we are pilots in a flying billet that
our most important and primary job in the Air Force is
to be an expert in our aircraft and our mission. Even as a
staff officer, if you are not expert and proficient when
you fly, you're dangerous, and you’ll destroy your cred-
ibility. Anyway, from my short time at the Safety Center,
I've already seen how preventable most mishaps are and
how tragic even a small lapse of attention can become.

A note about career management and leadership for
flightcrew. If you do lots of additional duties and work
more hours than the next guy, you and the Air Force are

USAF Photo by A1C Greg L. Davis

probably not better off. You are more likely to burn out
yourself and burn out your family. You probably aren’t
the most valuable member of the team if you and your
family aren’t relatively happy. If you're that way, every-
thing seems a little grim. People feel threatened by you,
and there will be a competitive rift between you and
everyone else. You won’t put people at ease around you,
and they won't follow you with their hearts.

People “want” to work hard for a good leader. That is
the power of leadership. A group works synergistically
around good leadership. (Synergy means that the sum of
the individuals creates something greater than each in-
dividual alone.) I've seen this. I've been flying in
squadrons for 14 years, seen 12 wing commanders and
16 squadron commanders. I've seen a lot of leadership
styles. The best ones still had time for a drink with the
guys on Fridays and soccer practice for the kids twice a
week. We got “excellent” on ORIs, and they didn’t need
“mandatory” functions because everyone wanted to at-
tend. Those types made O-6 and stars just like the others,
but they were more well-rounded, wiser, and took time
to smell the roses. The “workaholics” were respected but
not loved, and the atmosphere was rather antiseptic in
the squadron. We still did okay, but it didn’t click like the
others.

So, here’s my point. Don’t work 16 hours a day regu-
larly. Save that for ORIs and deployments. Do study
your aircraft, but also spend time away from work.
Round out your life and you will be able to concentrate
and focus. You'll fly better and fly safer when you
do.»
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MAJ ROGER WILLIAMS JR.
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C-130

The C-130 Broad Area Review report is on the streets.
If you didn’t read the Broad Area Review’s summary in
the October 1998 Flying Safety magazine, you can read
the whole report by downloading it from the Air Force
Safety Center’s Web page at http:// www-
afsc.saia.af.mil.

A great year for the “Herk.” Congratulations! No Class
As or Bs this year. We didn’t invent any new ways to
hurt ourselves. However, we did have 18 Class C
mishaps, 6 HAPs, 7 physiological incidents, and 5 FOD-
related mishaps. Total cost: $1.1 million. This year, the
C-130 community accumulated over 294,000 hours of
flying, with 14.7 million total since it became operational
in the late fifties. Cumulative Class A mishap rate: 0.97.
There were no trends noted in the Class C mishaps that
occurred. Here are summaries of a few of the “attention
getter” Class Cs. If you need more information, see your
local safety officer.

During an FCF sortie, a C-130 aircrew selected the No.
2 engine to shut down IAW the FCF regulations. The en-
gine shut down normally, but when the crew began an
in-flight restart, the engine began to rotate. But before
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lightoff, the propeller, without pilot input, went back to
the feather position. The start sequence was immediate-
ly aborted, and another in-flight restart of the No. 2 en-
gine was attempted. This time the propeller never
moved from the feather position. No further attempt
was made to restart No. 2.

As the crew was in a descent to home station, the No.
3 throttle started an uncommanded move towards flight
idle. No. 3 was shut down IAW the Dash One, and the
crew performed an uneventful two-engine, no-flap land-
ing. The problem with the No. 2 was caused by a faulty
valve housing, and the movement of the No. 3 throttle
was due to material failure.

Another eye-opening prop malfunction occurred dur-
ing a low-level when the crew experienced a sudden on-
set of severe vibration and noise. The crew had difficul-
ty communicating due to the noise and reading engine
instruments due to the vibration. All engine instruments
showed normal indications. The pilot initiated a climb
and directed the loadmaster to visually scan the engines
while he attempted to isolate the vibration using the
throttles and condition levers. Approximately 1 minute
after the vibration began, the crew noticed the No. 1 en-
gine oil pressure fluctuating 10 to 20 PSI. At the same
time, the loadmaster noticed the No. 1 engine nacelle os-
cillating up and down approximately 10 inches. The pi-
lot directed an emergency shutdown of the No. 1 engine.



As the prop was feathered, the vibration and noise
quickly ceased. After the prop stopped rotation, the
loadmaster reported that three of the blades had gone to
the feather position, but one blade was still 90 degrees to
the wind stream. The pilot stated that once the prop
stopped, the aerodynamic effect of the flat blade was not
noticeable. The bearing of the No. 1 blade on the No. 1
prop had failed.

This next one sounds like one of the simulator profiles.
The crew was performing Maximum Effort landings to a
taxiway landing zone. The LZ is a marked section of
taxiway parallel to the runway and is 3,000 feet long and
60 feet wide. There is a 300-foot “overrun” at the depar-
ture end. The pilot touched down in the prescribed zone,
on speed, and on centerline. Everything else was normal
until the pilot moved the throttles back towards the
ground idle range. At this point, the aircraft began to
drift to the left which the pilot countered with increased
right brake. All engine instruments appeared normal.
The pilot, who has previously experienced a low-pitch
stop failure, believed that the left drift was being caused
by a malfunction of the left tires and/or brakes and reap-
plied maximum reverse power. He continued to counter
the left drift with nosewheel steering and right brake ap-
plication. At approximately 1,500 feet down the LZ, the
right main gear crossed centerline, and the aircraft con-
tinued to the left until it came to rest in a soft, grassy
area, approximately 2,000 feet from the touchdown
point. An internal failure within the No. 4 prop valve
housing assembly caused the prop to go to a forward
blade angle greater than that called for by the throttle
position.

C-17
The C-17 flew nearly twice the amount of hours that it
did last year: 46,365 hours for FY98. Total hours flown

since becoming operational: 113,112 hours. There was
one Class A mishap, one Class C, and one FOD-related
mishap. Total cost: $1.3 million. Cumulative Class A
mishap rate: 2.65.

The Class A occurred while transporting Keiko, the
killer whale, to Vestmannaejyar Island, Iceland. The ap-
proach into Vestmannaejyar was during VMC condi-
tions. The mishap pilot flying the aircraft planned a 5.0-
degree short austere airfield approach to the runway.
The pilot hand-flew the final approach on speed, on cen-
terline, and with the appropriate crosswind controls ap-
plied for the 19-knot crosswind component. The aircraft
touched down in the correct attitude (right wing low),
well within the aircraft’s vertical velocity operational en-
velope and 184 feet from the approach end of the run-
way. The aircraft came to a full stop 2,000 feet from the
departure end of the runway. Tower informed the crew
that it appeared they blew a tire on touchdown. The
crew chief deplaned, and after inspection, informed the
crew they had damage to the right main landing gear.
The spud on the forward portion of the forward right
main landing gear trunnion failed.

The only Class C was caused by a bird. The aircraft
profile consisted of low-level operating between 500 feet
and 1,500 feet AGL. Sometime during the profile, the air-
craft received a bird impact on the radome causing over
$80,000 worth of damage. The crew didn’t see the bird or
feel the impact.

In conclusion, 1998 was a banner year for the Air
Force. We either beat or tied safety records. Keep up the
great work, and remember—if you're not taking an ac-
tive role in the safety process, DO! Let your safety shop
know when you notice anything that’s “not quite right.”
YOU are the eyes and ears of the safety officer. Fly
Safe!»-

USAF Photo by A1C Thomas A. Anhalt
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The 135 and KC-10 Werld

LT COL BRUCE LUJAN
AFSC/SEFF

and I'm happy to report that keeping an eye on the

KC-10, and all models of the -135, hasn’t been a terri-
bly exciting additional duty. In the mishap prevention
business, excitement is bad. Looking over the small
number of things that went wrong in FY98, I have to say
you should be proud, and I'm happy. I was an opera-
tions officer in a tanker squadron for over a year. I know
how much of a team effort it takes to maintain old air-
planes and equipment, fill a schedule, train and prepare
crews, and deploy all over the world passing needed gas
to receivers (and delivering cargo too). There are lots of
moving parts, chances for error, and challenges to over-
come. Thanks for doing a great job and keeping it safe!

I’Ve been here at the Safety Center a year and a half,

KC-10

The KC-10 community “scored” a practically mishap-
free year. You had no Class A or B mishaps! There were
only nine Class Cs. One was a crosswind landing that
drifted right far enough to take out a few runway lights.
On No. 2, a set of upper tailcone platform or “patio”
doors were damaged when they opened inflight. On No.
3, an undetected wheelwell fire followed an inflight
check of the Air Driven Generator. No. 4 was a deer
strike during a touch-and-go. Nos. 5 and 6 were bird
strikes, and No. 7 was tire failure on a main landing gear
during takeoff roll.

The other two involved wing air refueling pod
(WARP) problems. One drogue impacted the wing dur-
ing retraction because it was unstable, most likely due to
damage from a receiver. The second one involved a sine
wave that developed because of poor retraction response
and left the basket behind on the receiver’s probe.

We also had four other reportable mishaps, including
two bird strikes, a HAP involving inboard slats failing to
retract after landing, and one physiological incident
involving headache symptoms and a “shooting pain.”

To KC-10 people: Keep up the good work, and pay
particular attention to your personal limits when you're
performing any new maneuver or procedure. Always
remember rule No. 1: FLY THE AIRPLANE FIRST. Be
sure someone’s getting “Job One” done when stuff’s
happening, and read the other articles from crew air-
planes to see what lessons you can learn from them.

-135s

The -135 community made me proud as well. You had
only one Class A mishap with no Class Bs. Congrats on
ajob well done. The Class A happened when a stress cor-
rosion crack worked its way through a main landing
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gear drag brace. The drag brace failed during landing,
the main landing gear collapsed into the fuselage, the
aircraft settled onto the Nos. 3 and 4 engines, and the
No. 3 engine caught fire. The aircraft slid to a stop on the
runway, and all passengers and crew egressed without
injury.

There were 32 Class C and other reportable mishaps.
These ran the gamut from a physiological incident
involving hypoxia, through bird strikes, lightning
strikes, fuel leaks, hydraulic leaks with fire, tire failures,
fore flaps falling off, an engine pod scraping the runway,
receivers hurting booms, and booms hurting receivers.

We also had potential for Class A mishaps with an air
refueling pump that wouldn’t stop running, stabilizer
trim malfunctions, initial buffet from ice on wings and a
high speed abort. If any of those don’t sound familiar,
and you're a tanker driver, drive on over to your wing
safety office and review the mishap messages they have
on file. “Knowledge is good,” and it could save your rear
end someday.

As a former Castle IP, I feel duty bound to point out
that pod scraping is almost always the result of overcon-
trolling to avoid a scrape on one side and dragging the
pods on the other side. Remember the old saying: “Mo
(momentum) lives on the tanker.” Once you get it going
in one direction at slow airspeeds, it's hard to stop
because your flight controls are less effective.

The scariest mishap in my eyes was a stab trim mal-
function. With a few more knots, the jet would have
rotated without flying airspeed in spite of pilot’s efforts
to keep it on the ground.

I just want to encourage everyone to keep looking
things over as your crew rolls down the runway, and
speak up on intercom when things don’t look right. I
remember convincing one aircraft commander to abort
for engine problems without saying anything on the
intercom as a young copilot. He said my “wild eyes,
pointing at the engine instruments, and screaming
across the cockpit” were his clues that something was
wrong. I learned using the intercom would have helped
a lot, and it might have avoided hot brakes had the abort
started sooner.

To wrap things up for the -135 gang, first read the last
paragraph of the KC-10 piece, then think about these
three phrases that hung in the hallway at CFIC for years.

FLY THE AIRCRAFT FIRST.
AIRSPEED IS YOUR PAL.
TRIM IS A WONDERFUL THING.
(If you need them explained, find an “old SAC person.”)

Keep up the good work flying old airplanes safely, and
take some time to pat your maintainers and logistics
folks on the back. They’re doing an awesome job keep-
ing your jet safe to fly. »



HEQ

Istory

CLASS A CLASS B DESTROYED FATAL

YEAR # RATE # RATE AIC RATE PILOT ALL HOURS CUM HRS
CY77 0 0.00 0 0.00 0 0.00 0 0 981 981
CY78 0 0.00 0 0.00 0 0.00 0 0 4,939 5,920
CY79 0 0.00 0 0.00 0 0.00 0 0 10,304 16,224
CY80 0 0.00 0 0.00 0 0.00 0 0 15,453 31,677
Cy81 0 0.00 0 0.00 0 0.00 0 0 24,389 56,066
CY82 0 0.00 0 0.00 0 0.00 0 0 27,430 83,496
CY83 0 0.00 1 3.36 0 0.00 0 0 29,737 113,233
Cys4 0 0.00 0 0.00 0 0.00 0 0 30,159 143,392
CY85 0 0.00 1 3.38 0 0.00 0 0 29,628 173,020
CY86 0 0.00 0 0.00 0 0.00 0 0 28,701 201,721
TY87 0 0.00 0 0.00 0 0.00 0 0 23,302 225,023
FY88 0 0.00 0 0.00 0 0.00 0 0 29,005 254,028
FY89 0 0.00 0 0.00 0 0.00 0 0 22,886 276,914
FY90 0 0.00 0 0.00 0 0.00 0 0 26,141 303,055
FY91 0 0.00 0 0.00 0 0.00 0 0 32,343 335,398
FY92 0 0.00 0 0.00 0 0.00 0 0 33,329 368,727
FY93 0 0.00 0 0.00 0 0.00 0 0 27,782 396,509
FY94 0 0.00 0 0.00 0 0.00 0 0 24,381 420,890
FY95 1 3.90 0 0.00 1 3.90 2 22 25,612 446,502
FY96 0 0.00 0 0.00 0 0.00 0 0 25,430 471,932
FY97 0 0.00 0 0.00 0 0.00 0 0 21,752 493,684
FY98 0 0.00 0 0.00 0 0.00 0 0 20,132 513,816
LIFETIME 1 0.19 2 0.39 1 0.19 2 22 513,816

5YRAVG 0.2 0.85 0.0 0.00 0.2 0.85 0.4 4.4 23,461.4

10 YRAVG 0.1 0.38 0.0 0.00 0.1 0.38 0.2 22 2597838




HE:4,

CLASS A CLASS B DESTROYED FATAL

YEAR # RATE # RATE AIC RATE  PILOT ALL HOURS CUM HRS
CY75 0 0.00 0 0.00 0 0.00 0 0 1,274 1,274
CY76 0 0.00 0 0.00 0 0.00 0 0 1,741 3,015
CY77 0 0.00 0 0.00 0 0.00 0 0 1,683 4,698
CY78 0 0.00 0 0.00 0 0.00 0 0 2,109 6,807
CY79 0 0.00 0 0.00 0 0.00 0 0 1,904 8,711
CY80 0 0.00 0 0.00 0 0.00 0 0 2,274 10,985
Cys81 0 0.00 0 0.00 0 0.00 0 0 2,144 13,129
CY82 0 0.00 0 0.00 0 0.00 0 0 1,743 14,872
CY83 0 0.00 0 0.00 0 0.00 0 0 1,449 16,321
Cy84 0 0.00 0 0.00 0 0.00 0 0 1,457 17,778
CY85 0 0.00 0 0.00 0 0.00 0 0 1,518 19,296
CY86 0 0.00 0 0.00 0 0.00 0 0 1,812 21,108
TY87 0 0.00 0 0.00 0 0.00 0 0 1,380 22,488
FY88 1 56.82 0 0.00 0 0.00 0 0 1,760 24,248
FY89 0 0.00 0 0.00 0 0.00 0 0 1,839 26,087
FY90 0 0.00 0 0.00 0 0.00 0 0 1,908 27,995
FY91l 0 0.00 0 0.00 0 0.00 0 0 1,822 29,817
FY92 0 0.00 1 58.28 0 0.00 0 0 1,716 31,533
FY93 0 0.00 1 7496 0 0.00 0 0 1,334 32,867
FY94 0 0.00 0 0.00 0 0.00 0 0 1,587 34,454
FY95 0 0.00 0 0.00 0 0.00 0 0 1,697 36,151
FY96 0 0.00 0 0.00 0 0.00 0 0 1,401 37,552
FY97 0 0.00 0 0.00 0 0.00 0 0 1,310 38,862
FY98 0 0.00 0 0.00 0 0.00 0 0 1,360 40,222
LIFETIME 1 2.49 2 4.97 0 0.00 0 0 40,222

5YRAVG 0.0 0.00 0.0 0.00 0.0 0.00 0.0 0.0 1,471.0

10 YRAVG 0.0 0.00 0.2 1252 0.0 0.00 0.0 0.0 1,597.4




I KC10
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CLASS A CLASS B DESTROYED  FATAL

YEAR # RATE # RATE AlC RATE  PILOT ALL HOURS CUM HRS
Cys1l 0 0.00 0 0.00 0 0.00 0 0 2,054 2,054
CY82 0 0.00 0 0.00 0 0.00 0 0 7,018 9,072
CY83 0 0.00 0 0.00 0 0.00 0 0 12,831 21,903
Cys4 0 0.00 1 5.12 0 0.00 0 0 19,534 41,437
CY85 0 0.00 0 0.00 0 0.00 0 0 24,617 66,054
CY86 0 0.00 0 0.00 0 0.00 0 0 32,572 98,626
TY87 0 0.00 2 6.68 0 0.00 0 0 29,952 128,578
FY88 0 0.00 0 0.00 0 0.00 0 0 43,558 172,136
FY89 0 0.00 0 0.00 0 0.00 0 0 47,350 219,486
FY90 0 0.00 0 0.00 0 0.00 0 0 51,490 270,976
FYol 1 1.46 1 1.46 0 0.00 0 0 68,668 339,644
FY92 1 231 1 231 0 0.00 0 0 43,253 382,897
FY93 0 0.00 0 0.00 0 0.00 0 0 54,266 437,163
FY94 0 0.00 0 0.00 0 0.00 0 0 52,289 489,452
FY95 0 0.00 0 0.00 0 0.00 0 0 43,381 532,833
FY96 2 3.87 0 0.00 0 0.00 0 0 51,725 584,558
FY97 0 0.00 0 0.00 0 0.00 0 0 50,181 634,739
FY98 0 0.00 0 0.00 0 0.00 0 0 47,895 682,634
LIFETIME 4 0.59 5 0.73 0 0.00 0 0 682,634

5YRAVG 04 0.81 0.0 0.00 0.0 0.00 0.0 0.0 49,094.2

10 YRAVG 0.4 0.78 0.2 0.39 0.0 0.00 0.0 0.0 51,049.8

€21
CLASS A CLASS B DESTROYED FATAL

YEAR # RATE # RATE AlC RATE  PILOT ALL HOURS CUM HRS
Cys4 0 0.00 0 0.00 0 0.00 0 0 9,478 9,478
CY85 0 0.00 0 0.00 0 0.00 0 0 44,555 54,033
CY86 0 0.00 0 0.00 0 0.00 0 0 54,134 108,167
TY87 1 2.32 0 0.00 1 2.32 2 2 43,145 151,312
FY88 0 0.00 0 0.00 0 0.00 0 0 56,076 207,388
FY89 0 0.00 0 0.00 0 0.00 0 0 59,607 266,995
FY90 0 0.00 0 0.00 0 0.00 0 0 54,535 321,530
FYol 0 0.00 0 0.00 0 0.00 0 0 54,923 376,453
FY92 0 0.00 0 0.00 0 0.00 0 0 47,603 424,056
FY93 0 0.00 0 0.00 0 0.00 0 0 48,421 472,477
FY94 0 0.00 0 0.00 0 0.00 0 0 47,336 519,813
FY95 1 2.13 0 0.00 1 213 2 7 47,020 566,833
FY96 0 0.00 0 0.00 0 0.00 0 0 46,239 613,072
FY97 0 0.00 0 0.00 0 0.00 0 0 44,743 659,815
FY98 0 0.00 0 0.00 0 0.00 0 0 45,395 705,210
LIFETIME 2 0.28 0 0.00 2 0.28 4 9 705,210

5YRAVG 0.2 0.43 0.0 0.00 0.2 0.43 0.4 14 46,546.6

10 YRAVG 0.1 0.20 0.0 0.00 0.1 0.20 0.2 0.7 49,782.2
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istory

CLASS A CLASS B DESTROYED  FATAL

YEAR # RATE # RATE AIC RATE PILOT  ALL HOURS CUM HRS
CY55 1 217391 0 0.00 0 0.00 0 0 46 46
CY56 1 186.22 0 0.00 0 0.00 0 0 537 583
CY57 0 0.00 0 0.00 0 0.00 0 0 22,633 23,216
CY58 4 5.04 1 1.26 1 1.26 2 6 79,290 102,506
CY59 4 3.98 1 1.00 1 1.00 1 10 100,457 202,963
CY60 1 0.82 0 0.00 0 0.00 0 0 121,844 324,807
Cy61 4 2.79 0 0.00 1 0.70 0 0 143,363 468,170
CY62 6 3.42 6 3.42 3 1.71 8 33 175,479 643,649
CY63 2 0.79 3 1.18 1 0.39 0 0 254,331 897,980
CYo64 4 0.94 3 0.71 1 0.24 0 1 424,034 1,322,014
CY65 9 1.62 6 1.08 5 0.90 9 25 554,079 1,876,093
CY66 16 2.20 11 1.51 6 0.83 8 23 727,191 2,603,284
CYe67 13 1.98 12 1.83 9 1.37 5 78 656,986 3,260,270
CY68 1 1.85 6 1.01 6 1.01 0 8 593,976 3,854,246
CY69 8 1.49 7 1.30 4 0.74 9 35 537,126 4,391,372
CY70 3 0.60 4 0.79 3 0.60 8 60 504,113 4,895,485
Cy71 2 0.41 5 1.03 1 0.21 3 10 487,137 5,382,622
CY72 7 1.46 4 0.83 5 1.04 12 29 480,989 5,863,611
CY73 1 0.25 4 1.00 1 0.25 3 7 399,605 6,263,216
CY74 5 1.39 3 0.83 3 0.83 4 12 360,549 6,623,765
CY75 3 0.82 1 0.27 2 0.55 3 8 365,181 6,988,946
CY76 0 0.00 1 0.30 0 0.00 0 0 336,592 7,325,538
CY77 1 0.30 12 3.59 0 0.00 0 1 334,524 7,660,062
CY78 7 2.01 37 10.63 5 1.44 11 29 348,168 8,008,230
CY79 0 0.00 1 0.28 0 0.00 0 0 360,806 8,369,036
CY80 2 0.56 0 0.00 2 0.56 4 22 354,589 8,723,625
Cys1 4 1.09 2 0.54 3 0.81 4 39 368,433 9,092,058
Cy82 2 0.53 1 0.27 2 0.53 8 34 376,261 9,468,319
CY83 1 0.27 1 0.27 1 0.27 2 6 376,939 9,845,258
Cy84 3 0.80 1 0.27 1 0.27 3 18 374,577 10,219,835
CY85 3 0.79 2 0.52 3 0.79 5 27 381,929 10,601,764
CY86 2 0.54 0 0.00 2 0.54 3 14 367,186 10,968,950
TY87 1 0.36 3 1.09 1 0.36 1 5 274,706 11,243,656
FY88 2 0.58 0 0.00 1 0.29 2 6 344,160 11,587,816
FY89 1 0.29 0 0.00 1 0.29 0 1 339,149 11,926,965
FY90 0 0.00 0 0.00 0 0.00 0 0 325,201 12,252,166
FYol 0 0.00 0 0.00 0 0.00 0 0 401,615 12,653,781
FY92 2 0.63 0 0.00 2 0.63 8 24 315,952 12,969,733
FY93 1 0.33 0 0.00 1 0.33 2 6 300,157 13,269,890
FY94 1 0.36 1 0.36 1 0.36 0 8 279,923 13,549,813
FY95 1 0.35 1 0.35 1 0.35 2 6 282,864 13,832,677
FY96 1 0.34 1 0.34 1 0.34 2 9 294,075 14,126,752
FY97 2 0.70 1 0.36 2 0.73 2 13 275,756 14,402,508
FY98 0 0.00 0 0.00 0 0.00 0 0 280,159 14,682,667
LIFETIME 142 0.97 142 0.97 83 0.57 134 613 14,682,667

5YRAVG 1.0 0.35 0.8 0.28 1.0 035 1.2 7.2 282,555.4

10 YRAVG 0.9 0.29 0.4 0.13 09 0.29 1.6 6.7 309,485.1
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istory

CLASS A CLASS B DESTROYED FATAL

YEAR # RATE # RATE AlC RATE PILOT ALL HOURS CUM HRS
CY75 0 0.00 0 0.00 0 0.00 0 0 435 435
CY76 0 0.00 0 0.00 0 0.00 0 0 3,146 3,581
CY77 0 0.00 0 0.00 0 0.00 0 0 7,017 10,598
CY78 0 0.00 0 0.00 0 0.00 0 0 6,651 17,249
CY79 1 23.36 1 2336 1 23.36 2 5 4,280 21,529
CY80 0 0.00 0 0.00 0 0.00 0 0 4,484 26,013
Cys1 0 0.00 0 0.00 0 0.00 0 0 5,978 31,991
CY82 0 0.00 0 0.00 0 0.00 0 0 6,094 38,085
CY83 0 0.00 0 0.00 0 0.00 0 0 3,665 41,750
Cys4 1 11.05 0 0.00 0 0.00 0 1 9,046 50,796
CY85 0 0.00 0 0.00 0 0.00 0 0 29,222 80,018
CY86 0 0.00 0 0.00 0 0.00 0 0 33,674 113,692
TY87 0 0.00 0 0.00 0 0.00 0 0 25,413 139,105
FY88 0 0.00 0 0.00 0 0.00 0 0 33,018 172,123
FY89 0 0.00 0 0.00 0 0.00 0 0 37,707 209,830
FY90 0 0.00 0 0.00 0 0.00 0 0 34,928 244,758
FY91l 0 0.00 0 0.00 0 0.00 0 0 34,944 279,702
FY92 0 0.00 0 0.00 0 0.00 0 0 28,893 308,595
FY93 0 0.00 0 0.00 0 0.00 0 0 27,099 335,694
FY94 0 0.00 0 0.00 0 0.00 0 0 16,500 352,194
FY95 0 0.00 0 0.00 0 0.00 0 0 21,461 373,655
FY96 0 0.00 0 0.00 0 0.00 0 0 4,740 378,395
FY97 0 0.00 0 0.00 0 0.00 0 0 4,728 383,123
FY98 0 0.00 0 0.00 0 0.00 0 0 5,641 388,764
LIFETIME 2 0.51 1 0.26 1 0.26 2 6 388,764

5YRAVG 0.0 0.00 0.0 0.00 0.0 0.00 0.0 0.0 10,614.0

10 YRAVG 0.0 0.00 0.0 0.00 0.0 0.00 0.0 0.0 21,664.1

HS1?

CLASS A CLASS B DESTROYED FATAL

YEAR # RATE # RATE AlC RATE PILOT ALL HOURS CUM HRS
FY91l 0 0.00 0 0.00 0 0.00 0 0 8 8
FY92 0 0.00 0 0.00 0 0.00 0 0 539 547
FY93 0 0.00 0 0.00 0 0.00 0 0 1,252 1,799
FY94 0 0.00 0 0.00 0 0.00 0 0 4,454 6,253
FY95 0 0.00 0 0.00 0 0.00 0 0 12,968 19,221
FY96 1 4.75 1 4.75 0 0.00 0 0 21,050 40,271
FY97 1 3.78 1 3.78 0 0.00 0 0 26,486 66,757
FY98 1 2.40 0 0.00 0 0.00 0 0 41,695 108,452
LIFETIME 3 2.77 2 1.84 0 0.00 0 0 108,452

5YRAVG 0.6 2.81 0.4 1.88 0.0 0.00 0.0 0.0 21,330.6
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istory

CLASS A CLASS B DESTROYED  FATAL

YEAR # RATE # RATE AIC RATE PILOT ALL HOURS  CUM HRS
CY64 0 0.00 0 0.00 0 0.00 0 0 2,469 2,469
CY65 0 0.00 0 0.00 0 0.00 0 0 35,316 37,785
CY66 1 0.53 0 0.00 0 0.00 0 0 189,246 227,031
CYe67 4 0.87 1 0.22 2 0.43 3 12 461,704 688,735
CY68 0 0.00 4 0.59 0 0.00 0 0 672,627 1,361,362
CY69 0 0.00 1 0.16 0 0.00 0 0 642,291 2,003,653
CY70 1 0.16 2 0.33 0 0.00 0 0 612,518 2,616,171
Cy71 1 0.20 0 0.00 0 0.00 0 0 487,929 3,104,100
CY72 0 0.00 2 0.42 0 0.00 0 0 471,440 3,575,540
CY73 2 0.55 0 0.00 1 0.28 3 24 362,532 3,938,072
CY74 2 0.70 0 0.00 1 0.35 3 7 286,377 4,224,449
CY75 4 1.27 0 0.00 1 0.32 3 16 314,771 4,539,220
CY76 3 1.07 2 0.71 2 0.71 7 41 281,622 4,820,842
Cy77 2 0.67 5 1.67 0 0.00 0 0 299,191 5,120,033
CY78 1 0.35 4 1.42 0 0.00 0 0 282,594 5,402,627
CY79 3 1.03 4 1.37 1 0.34 0 0 291,223 5,693,850
CY80 1 0.36 0 0.00 1 0.36 2 13 281,411 5,975,261
Cys1 1 0.34 1 0.34 0 0.00 0 0 290,389 6,265,650
Cy82 1 0.35 0 0.00 1 0.35 2 9 284,675 6,550,325
CY83 0 0.00 2 0.68 0 0.00 0 0 294,531 6,844,856
Cys4 1 0.35 0 0.00 1 0.35 3 9 286,443 7,131,299
CY85 0 0.00 0 0.00 0 0.00 0 0 293,380 7,424,679
CY86 1 0.35 0 0.00 0 0.00 0 0 288,339 7,713,018
TY87 1 0.45 0 0.00 0 0.00 0 0 220,161 7,933,179
FY88 0 0.00 0 0.00 0 0.00 0 0 264,201 8,197,380
FY89 1 0.36 0 0.00 1 0.36 2 8 276,770 8,474,150
FY90 0 0.00 0 0.00 0 0.00 0 0 304,106 8,778,256
FYol 0 0.00 0 0.00 0 0.00 0 0 442,406 9,220,662
FY92 0 0.00 0 0.00 0 0.00 0 0 226,312 9,446,974
FY93 1 0.49 0 0.00 2 0.98 4 13 203,264 9,650,238
FY94 0 0.00 0 0.00 1 0.78 0 0 127,938 9,778,176
FY95 0 0.00 0 0.00 0 0.00 0 0 157,059 9,935,235
FY96 0 0.00 0 0.00 0 0.00 0 0 146,417 10,081,652
FY97 1 0.83 1 0.83 1 0.83 2 9 121,043 10,202,695
FY98 1 0.97 0 0.00 0 0.00 0 0 102,627 10,305,322
LIFETIME 34 0.33 29 0.28 16 0.16 34 161 10,305,322

5YRAVG 04 0.31 0.2 0.15 0.4 0.31 0.4 1.8 131,016.8

10 YRAVG 0.3 0.13 0.1 0.04 0.5 0.22 0.8 3.0 226,951.6




Istory

CLASS A CLASS B DESTROYED FATAL

YEAR # RATE # RATE A/IC RATE PILOT  ALL HOURS CUM HRS
CY57 0 0.00 0 0.00 0 0.00 0 0 4,497 4,497
CY58 3 6.94 2 4.63 2 4.63 7 20 43,204 47,701
CY59 3 2.53 1 0.84 2 1.69 4 8 118,426 166,127
CY60 3 1.94 2 1.29 5 3.23 3 9 154,579 320,706
CY61 2 0.99 0 0.00 0 0.00 0 0 201,263 521,969
CY62 5 1.78 5 1.78 5 1.78 13 60 280,695 802,664
CY63 3 0.89 0 0.00 4 1.19 7 21 336,771 1,139,435
CY64 1 0.26 2 0.52 2 0.52 2 83 385,681 1,525,116
CY65 4 1.00 0 0.00 5 1.25 11 126 400,572 1,925,688
CY66 2 0.44 1 0.22 3 0.67 6 21 449,445 2,375,133
CYe67 2 0.48 3 0.71 2 0.48 4 10 419,651 2,794,784
CY68 6 1.19 2 0.40 5 1.00 15 43 502,467 3,297,251
CY69 5 1.16 3 0.69 4 0.93 4 23 431,849 3,729,100
CY70 1 0.27 1 0.27 0 0.00 0 0 376,930 4,106,030
Cy71 2 0.54 1 0.27 2 0.54 7 29 372,410 4,478,440
CY72 4 0.91 3 0.68 1 0.23 3 5 438,029 4,916,469
CY73 4 121 1 0.30 1 0.30 2 3 329,410 5,245,879
CY74 2 0.67 2 0.67 1 0.34 1 2 296,320 5,542,199
CY75 1 0.38 3 1.13 1 0.38 2 4 266,522 5,808,721
CY76 2 0.77 0 0.00 2 0.77 11 22 259,785 6,068,506
CY77 2 0.76 33 12.58 2 0.76 2 20 262,304 6,330,810
CY78 0 0.00 34 12,51 0 0.00 0 0 271,819 6,602,629
CY79 3 111 6 2.23 1 0.37 3 5 269,432 6,872,061
CY80 1 0.39 2 0.78 0 0.00 0 0 256,761 7,128,822
Cys1 3 1.16 2 0.77 2 0.77 3 27 259,602 7,388,424
CY82 2 0.77 0 0.00 2 0.77 6 33 260,007 7,648,431
CY83 0 0.00 0 0.00 0 0.00 0 0 258,777 7,907,208
Cys4 0 0.00 3 1.15 0 0.00 0 0 261,112 8,168,320
CY85 2 0.77 0 0.00 2 0.77 5 10 260,908 8,429,228
CY86 1 0.39 0 0.00 1 0.39 2 4 256,743 8,685,971
TY87 2 1.02 0 0.00 2 1.02 3 7 196,423 8,882,394
FY88 0 0.00 1 0.39 0 0.00 0 0 254,973 9,137,367
FY89 3 1.14 1 0.38 2 0.76 4 26 263,910 9,401,277
FY90 1 0.37 0 0.00 1 0.37 2 4 270,624 9,671,901
FY91l 1 0.34 0 0.00 0 0.00 0 0 298,070 9,969,971
FY92 1 0.39 0 0.00 1 0.39 0 0 255,073 10,225,044
FY93 0 0.00 1 0.41 0 0.00 0 0 245,711 10,470,755
FY94 0 0.00 0 0.00 0 0.00 0 0 219,206 10,689,961
FY95 0 0.00 1 0.45 0 0.00 0 0 219,880 10,909,841
FY96 0 0.00 1 0.46 0 0.00 0 0 215,105 11,124,946
FY97 0 0.00 3 1.41 0 0.00 0 0 212,070 11,337,016
FY98 1 0.48 0 0.00 0 0.00 0 0 208,958 11,545,974
LIFETIME 78 0.68 120 1.04 63 0.55 132 625 11,545,974

5YRAVG 0.2 0.09 10 0.47 0.0 0.00 0.0 0.0 215,043.8

10 YRAVG 0.7 0.29 0.7 0.29 0.4 0.17 0.6 3.0 240,860.7




HES,

CLASS A CLASS B DESTROYED  FATAL

YEAR # RATE # RATE AIC RATE PILOT ALL HOURS  CUM HRS
CY68 0 0.00 0 0.00 0 0.00 0 0 24 24
CY69 0 0.00 0 0.00 0 0.00 0 0 472 496
CY70 2 20.66 0 0.00 1 10.33 0 0 9,680 10,176
Cy71 1 4.05 0 0.00 0 0.00 0 0 24,699 34,875
CY72 0 0.00 1 2.14 0 0.00 0 0 46,735 81,610
CY73 0 0.00 0 0.00 0 0.00 0 0 49,656 131,266
CY74 2 3.98 3 5.97 1 1.99 0 0 50,263 181,529
CY75 1 2.19 0 0.00 1 2.19 2 155 45,601 227,130
CY76 1 2.44 0 0.00 0 0.00 0 0 40,946 268,076
CY77 0 0.00 3 6.09 0 0.00 0 0 49,289 317,365
CY78 1 2.02 5 10.09 0 0.00 0 0 49,543 366,908
CY79 0 0.00 2 4.04 0 0.00 0 0 49,477 416,385
CY80 1 1.94 3 5.81 0 0.00 0 0 51,594 467,979
Cys1l 0 0.00 1 1.85 0 0.00 0 0 53,969 521,948
Cy82 1 1.95 2 3.89 0 0.00 0 0 51,374 573,322
CY83 2 3.59 2 3.59 0 0.00 0 0 55,681 629,003
Cys4 0 0.00 3 5.06 0 0.00 0 0 59,260 688,263
CY85 0 0.00 1 1.67 0 0.00 0 0 59,967 748,230
CY86 1 1.65 0 0.00 0 0.00 0 0 60,516 808,746
TY87 0 0.00 1 1.68 0 0.00 0 0 59,544 868,290
FY88 0 0.00 0 0.00 0 0.00 0 0 56,958 925,248
FY89 1 1.55 0 0.00 0 0.00 0 0 64,346 989,594
FY90 1 1.13 0 0.00 1 1.13 3 13 88,390 1,077,984
FYol 0 0.00 1 0.60 0 0.00 0 0 166,676 1,244,660
FY92 0 0.00 1 1.51 0 0.00 0 0 66,324 1,310,984
FY93 0 0.00 2 2.55 0 0.00 0 0 78,319 1,389,303
FY94 0 0.00 4 5.49 0 0.00 0 0 72,899 1,462,202
FY95 0 0.00 1 1.55 0 0.00 0 0 64,608 1,526,810
FY96 0 0.00 0 0.00 0 0.00 0 0 67,499 1,594,309
FY97 0 0.00 1 1.58 0 0.00 0 0 63,120 1,657,429
FY98 0 0.00 0 0.00 0 0.00 0 0 64,088 1,721,517
LIFETIME 15 0.87 37 2.15 4 0.23 5 168 1,721,517

5YRAVG 0.0 0.00 12 181 0.0 0.00 0.0 0.0 66,442.8

10 YRAVG 0.2 0.25 1.0 1.26 0.1 013 0.3 1.3 79,626.9




4
CLASS A CLASS B DESTROYED FATAL

YEAR # RATE # RATE AlC RATE PILOT  ALL HOURS CUM HRS
CY68 0 0.00 0 0.00 0 0.00 0 0 2,184 2,184
CY69 0 0.00 0 0.00 0 0.00 0 0 14,158 16,342
CY70 0 0.00 0 0.00 0 0.00 0 0 21,448 37,790
CY71 1 5.09 0 0.00 1 5.09 3 3 19,644 57,434
CY72 0 0.00 0 0.00 0 0.00 0 0 27,434 84,868
CY73 0 0.00 0 0.00 0 0.00 0 0 29,342 114,210
CY74 0 0.00 0 0.00 0 0.00 0 0 25,835 140,045
CY75 0 0.00 0 0.00 0 0.00 0 0 27,732 167,777
CY76 0 0.00 0 0.00 0 0.00 0 0 28,141 195,918
CY77 0 0.00 0 0.00 0 0.00 0 0 28,908 224,826
CY78 0 0.00 0 0.00 0 0.00 0 0 28,817 253,643
CY79 1 3.49 0 0.00 0 0.00 0 0 28,633 282,276
CY80 0 0.00 1 3.56 0 0.00 0 0 28,061 310,337
Cy81 0 0.00 0 0.00 0 0.00 0 0 27,730 338,067
CY82 0 0.00 0 0.00 0 0.00 0 0 28,417 366,484
CY83 0 0.00 0 0.00 0 0.00 0 0 29,450 395,934
Cy84 0 0.00 0 0.00 0 0.00 0 0 29,326 425,260
CY85 0 0.00 0 0.00 0 0.00 0 0 29,821 455,081
CY86 0 0.00 0 0.00 0 0.00 0 0 27,851 482,932
TY87 0 0.00 0 0.00 0 0.00 0 0 21,676 504,608
FY88 0 0.00 0 0.00 0 0.00 0 0 28,914 533,522
FY89 0 0.00 0 0.00 0 0.00 0 0 28,730 562,252
FY90 0 0.00 0 0.00 0 0.00 0 0 28,610 590,862
FY91l 0 0.00 0 0.00 0 0.00 0 0 26,728 617,590
FY92 0 0.00 0 0.00 0 0.00 0 0 27,260 644,850
FY93 0 0.00 0 0.00 0 0.00 0 0 26,072 670,922
FYo4 0 0.00 0 0.00 0 0.00 0 0 25,087 696,009
FY95 0 0.00 1 3.83 0 0.00 0 0 26,119 722,128
FY96 0 0.00 0 0.00 0 0.00 0 0 24,602 746,730
FY97 0 0.00 0 0.00 0 0.00 0 0 23,260 769,990
FY98 0 0.00 0 0.00 0 0.00 0 0 21,200 791,190
LIFETIME 2 0.25 2 0.25 1 0.13 3 3 791,190

5YRAVG 0.0 0.00 0.2 0.83 0.0 0.00 0.0 0.0 24,053.6

10 YRAVG 0.0 0.00 0.1 0.38 0.0 0.00 0.0 0.0 26,508.2




H.C'ZO

istory

CLASS A CLASS B DESTROYED FATAL
YEAR # RATE # RATE AlIC RATE PILOT ALL HOURS CUM HRS
CY83 0 0.00 0 0.00 0 0.00 0 0 501 501
CcY84 0 0.00 0 0.00 0 0.00 0 0 2,478 2,979
CY85 0 0.00 0 0.00 0 0.00 0 0 2,647 5,626
CY86 0 0.00 0 0.00 0 0.00 0 0 2,831 8,457
TY87 0 0.00 0 0.00 0 0.00 0 0 4,013 12,470
FY88 0 0.00 0 0.00 0 0.00 0 0 8,192 20,662
FY89 0 0.00 0 0.00 0 0.00 0 0 8,454 29,116
FY90 0 0.00 0 0.00 0 0.00 0 0 8,495 37,611
FY91 0 0.00 0 0.00 0 0.00 0 0 8,244 45,855
FY92 0 0.00 0 0.00 0 0.00 0 0 6,994 52,849
FY93 0 0.00 0 0.00 0 0.00 0 0 6,046 58,895
FY94 0 0.00 0 0.00 0 0.00 0 0 6,617 65,512
FY95 0 0.00 0 0.00 0 0.00 0 0 6,472 71,984
FY96 0 0.00 0 0.00 0 0.00 0 0 6,403 78,387
FY97 0 0.00 0 0.00 0 0.00 0 0 6,380 84,266
FY98 0 0.00 0 0.00 0 0.00 0 0 6,804 91,571
LIFETIME O 0.00 0 0.00 0 0.00 0 0 91,571
5YRAVG O 0.00 0 0.00 0 0.00 0 0 6,535
10 YRAVG 0 0.00 0 0.00 0 0.00 0 0 7,091
(1B

CLASS A CLASS B DESTROYED FATAL
YEAR # RATE # RATE AlIC RATE PILOT ALL HOURS CUM HRS
CYy84 0 0.00 1 512.82 0 0.00 0 0 195 195
CY85 0 0.00 1 184.16 0 0.00 0 0 543 738
CY86 0 0.00 0 0.00 0 0.00 0 0 2,676 3,414
TY87 1 11.96 2 23.93 1 11.96 2 3 8,359 11,773
FY88 0 0.00 1 5.08 0 0.00 0 0 19,701 31,474
FY89 2 7.66 0 0.00 2 7.66 0 0 26,100 57,574
FY90 1 3.74 1 3.74 0 0.00 0 0 26,705 84,279
FY91 2 8.56 0 0.00 0 0.00 0 0 23,355 107,634
FY92 3 11.12 0 0.00 0 0.00 0 0 26,970 134,604
FY93 1 3.31 1 3.31 1 3.31 2 4 30,179 164,783
FY94 0 0.00 1 3.40 0 0.00 0 0 29,383 194,166
FY95 0 0.00 3 10.80 0 0.00 0 0 27,781 221,947
FY96 0 0.00 1 3.79 0 0.00 0 0 26,371 248,318
FY97 1 4.03 3 12.10 1 4.03 2 4 24,803 273,121
FY98 1 4.11 2 8.23 1 4.11 0 0 24,310 297,431
LIFETIME 12 4.03 17 5.72 6 2.02 6 11 297,431
5YRAVG 04 1.51 2.0 7.54 0.4 1.51 0.4 0.8 26,529.6

10 YRAVG 1.1 4.14 1.2 451 0.5 1.88 0.4 0.8 26,595.7




Istory

CLASS A CLASS B DESTROYED FATAL

YEAR # RATE # RATE AIC RATE PILOT  ALL HOURS CUM HRS
CY55 0 0.00 0 0.00 0 0.00 0 0 4,979 4,979
CY56 4 26.92 0 0.00 3 20.19 5 19 14,860 19,839
CY57 6 10.17 0 0.00 3 5.09 7 16 58,971 78,810
CY58 8 6.50 0 0.00 6 4.88 12 41 123,030 201,840
CY59 5 2.19 1 0.44 3 1.32 1 4 227,973 429,813
CY60 4 1.50 2 0.75 4 1.50 3 8 267,331 697,144
CYe61l 6 1.77 0 0.00 6 1.77 5 25 338,662 1,035,806
CY62 1 0.25 8 1.98 0 0.00 0 0 403,043 1,438,849
CY63 4 0.98 7 1.71 3 0.73 5 18 408,239 1,847,088
CYe4 5 1.22 8 1.95 3 0.73 2 10 409,382 2,256,470
CY65 1 0.25 6 151 2 0.50 3 8 397,405 2,653,875
CY66 3 0.74 3 0.74 2 0.50 3 12 403,037 3,056,912
CYe67 6 1.66 4 111 5 1.38 6 21 361,754 3,418,666
CY68 6 1.54 4 1.03 6 1.54 6 15 389,843 3,808,509
CY69 9 2.97 4 1.32 8 2.64 13 33 302,949 4,111,458
CY70 1 0.43 5 2.17 1 0.43 0 0 230,746 4,342,204
CY71 1 0.47 2 0.94 1 0.47 2 9 212,003 4,554,207
CY72 5 1.44 8 231 4 1.16 4 14 346,021 4,900,228
CY73 2 0.93 4 1.85 1 0.46 0 0 216,165 5,116,393
CY74 3 1.88 7 4.39 3 1.88 4 12 159,563 5,275,956
CY75 1 0.71 5 3.54 1 0.71 1 3 141,204 5,417,160
CY76 0 0.00 5 3.64 0 0.00 0 0 137,469 5,554,629
CY77 1 0.74 32 23.75 1 0.74 3 8 134,722 5,689,351
CY78 1 0.75 33 24.80 1 0.75 2 5 133,038 5,822,389
CY79 1 0.75 3 2.25 0 0.00 0 0 133,234 5,955,623
CY80 1 0.77 1 0.77 0 0.00 0 0 130,405 6,086,028
Cy81 1 0.75 7 5.24 1 0.75 2 8 133,677 6,219,705
CY82 2 1.64 0 0.00 2 1.64 3 9 122,121 6,341,826
Cv83 1 0.95 0 0.00 1 0.95 3 7 104,866 6,446,692
Cyg4 2 1.92 1 0.96 1 0.96 1 2 103,933 6,550,625
CY85 0 0.00 0 0.00 0 0.00 0 0 105,566 6,656,191
CY86 0 0.00 0 0.00 0 0.00 0 0 102,381 6,758,572
TY87 0 0.00 1 1.25 0 0.00 0 0 80,014 6,838,586
FY88 2 2.04 0 0.00 1 1.02 0 1 98,004 6,936,590
FY89 1 0.99 0 0.00 1 0.99 0 0 100,516 7,037,106
FY90 0 0.00 0 0.00 0 0.00 0 0 91,037 7,128,143
FYol 1 1.09 0 0.00 1 1.09 0 3 91,454 7,219,597
FY92 0 0.00 0 0.00 0 0.00 0 0 69,056 7,288,653
FY93 0 0.00 1 1.88 0 0.00 0 0 53,293 7,341,946
FY94 1 3.11 1 3.11 1 3.11 4 0 32,146 7,374,092
FY95 1 4.13 1 4.13 0 0.00 0 0 24,223 7,398,315
FY96 0 0.00 0 0.00 0 0.00 0 0 25,506 7,423,821
FY97 0 0.00 1 4.29 0 0.00 0 0 23,297 7,447,118
FY98 0 0.00 0 0.00 0 0.00 0 0 23,190 7,470,308
LIFETIME 97 1.30 165 2.21 76 1.02 100 311 7,470,308

5YRAVG 04 1.56 0.6 2.34 0.2 0.00 0.8 0.0 25,672.4

10 YRAVG 0.4 0.75 0.4 0.75 0.3 056 0.4 0.3 53,371.8




HA A10

Istory

CLASS A CLASS B DESTROYED FATAL

YEAR # RATE # RATE A/C RATE PILOT ALL HOURS CUM HRS
CY72 0 0.00 0 0.00 0 0.00 0 0 32 32
CY73 0 0.00 0 0.00 0 0.00 0 0 124 156
CY74 0 0.00 0 0.00 0 0.00 0 0 403 560
CY75 0 0.00 0 0.00 0 0.00 0 0 936 1,496
CY76 0 0.00 0 0.00 0 0.00 0 0 3,678 5,174
CY77 2 11.96 4 23.92 2 11.96 1 2 16,722 21,896
CY78 7 15.72 16 35.92 5 11.23 2 2 44,538 66,434
CY79 8 9.24 2 231 8 9.24 4 4 86,544 152,977
CY80 5 3.84 4 3.07 6 4.61 4 4 130,159 283,136
Cys1 5 2.86 9 5.15 5 2.86 4 4 174,924 458,060
Cy82 4 1.82 1 0.46 3 1.37 0 0 219,349 677,409
CY83 7 3.10 0 0.00 9 3.98 4 4 226,129 903,538
Cys4 6 2.68 1 0.45 5 2.23 3 4 224,058 1,127,596
CY85 4 1.78 2 0.89 4 1.78 2 2 224,133 1,351,729
CY86 3 1.37 2 0.91 4 1.82 1 1 219,334 1,571,063
TY87 5 2.92 1 0.58 5 2.92 5 5 171,089 1,742,152
FY88 3 1.37 2 0.92 3 1.37 1 1 218,289 1,960,441
FY89 7 3.03 0 0.00 7 3.03 3 8 230,655 2,191,096
FY90 3 1.35 0 0.00 3 1.35 3 3 222,399 2,414,974
FY91 2 0.88 0 0.00 3 131 2 2 228,273 2,641,768
FY92 3 1.79 0 0.00 3 1.79 1 1 167,648 2,809,416
FY93 2 1.74 0 0.00 2 1.74 1 1 115,064 2,924,480
FY94 4 3.35 0 0.00 5 4.19 1 1 119,329 3,043,809
FY95 2 1.69 1 0.84 2 1.69 1 1 118,602 3,162,411
FY96 2 1.63 0 0.00 2 1.63 1 1 122,953 3,285,364
FY97 3 2.40 1 0.80 3 2.40 2 2 125,100 3,410,464
FY98 1 0.79 0 0.00 1 0.79 0 0 126,417 3,536,881
LIFETIME 88 249 46 130 90 2.54 46 53 3,536,881

5YRAVG 24 1.96 0.4 033 2.6 212 1.0 1.0 122,480.2

10 YRAVG 2.9 1.84 0.2 0.13 3.1 1.97 15 2.0 157,644.0

HEN7

Istory

CLASS A CLASS B DESTROYED FATAL

YEAR # RATE # RATE AIC  RATE PILOT  ALL HOURS CUM HRS
FY91l 0 0.00 0 0.00 0 0.00 